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SYSTEM AND METHOD FOR PROTECTING
A TURBOCHARGER IN THE EVENT OF A
WASTEGATE FAILURE

BACKGROUND OF THE INVENTION

The present invention relates generally to systems and
methods for protecting a turbocharger against a shaft over-
speed condition. More specifically, the invention concerns
using engine fueling commands to prevent turbocharger
overspeed.

Internal combustion engines having turbocharger units
attached thereto are commonplace 1n the automotive, heavy-
duty truck and industrial vehicle industries. Such turbo-
charger units are generally responsive to at least some of the
engine exhaust gas to increase air pressure 1n an intake
manifold (i.e., boost pressure) and correspondingly increase
engine performance.

One engine turbocharger system 10 1s depicted 1n FIG. 1.
The system 10 includes an air intake manifold 11 supplying
air to each engine cylinder C. The gaseous products of
combustion are discharged through an exhaust manifold 12.
The engine 1ncludes a control computer or engine control
module (ECM) 15 that receives signals 16 from various
sensors throughout the engine and vehicle. The ECM 15
includes software routines that use these signals to control
engine functional components.

The system 10 further includes a turbocharger 20 associ-
ated with the engine and coupled between the intake mani-
fold 11 and the exhaust manifold 12. The turbocharger 20
can be of known construction 1 which fresh air passes
through an inlet 21 to a compressor 22 that provides a
compressed charge of air to the intake manifold 11. The
compressor 22 1s connected to a turbine 24 by a turbocharger
shaft 25. Exhaust gas 1s fed through the exhaust manifold 12
to drive the turbine 24 for eventual discharge through outlet

26.

It 1s known that for normal turbocharger operation the
speed of the turbocharger i1s primarily a function of the
engine speed, load and the ambient air pressure. Increased
engine power increases the mass flow rate of exhaust gas
through the manifold 12, which causes the turbine 24 to
rotate faster. The turbocharger shaft 25 directly links the
compressor 22 to the turbine 24 so the compressor speed
also 1ncreases, leading to greater compression of the incom-
ing charge. The compressed air charge 1s fed to the engine
cylinder C through the intake manifold 11. The increase in
pressure of the ambient air produced by the compressor 22
1s the boost pressure of the turbocharger. The pressure ratio
of the turbocharger is the ratio of the boost pressure to the
ambient pressure of the air supplied at the turbocharger inlet

21.

Under certain operating conditions, 1t 1s desirable to limit
the rotational speed of the turbocharger 20. Thus, the system
10 can include a bypass conduit 30 that i1s connected
between the engine exhaust manifold 12 and the turbo-
charger exhaust outlet 26, essentially bypassing the turbine
24. A variable opening valve 31 controls the amount of
exhaust gas passing from manifold 12 to the bypass conduit
30. When the valve 31 1s closed, all engine exhaust 1s
supplied to the turbine. When the valve 1s fully open,
exhaust gas 1s fed to the turbine and to the bypass conduit 1n
proportion to the flow areas of the two paths.

In one type of turbocharger system, the wastegate valve
31 1s connected to an actuator 33 by a linkage 34. The
actuator 33 1s fluidly connected to the intake manifold 11 by
an actuator conduit 36 and electrically connected to the
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engine controller 15 by signal line 35. The wastegate actua-
tor 33 can be of the type shown and described in U.S. Pat.
No. 5,755,101, which description 1s incorporated herein by
reference. As disclosed more fully in the 101 patent, the
actuator includes a diaphragm connected to the linkage 34,
which 1s modulated 1n response to the pressure signal
provided through actuator conduit 36. In addition, the actua-
tor 33 can 1nclude an electrical coil that 1s energized or
de-energized 1n response to control signals 35 generated by
the ECM 185. The actuator 33, and ultimately the wastegate
valve 31, can control the speed and boost pressure of the
turbocharger 20.

Excessive turbocharger speed can lead to failures of the
shaft 35, or to rupture or dislodgment of turbine or com-
pressor blades. Consequently, the wastegate 30,31 1s typi-
cally calibrated to open at a predetermined boost pressure on
conduit 36 to limit the turbocharger shaft speed independent
of overall engine speed. In the event of a wastegate failure,
a potential exists for the turbocharger wheelspeed to
increase above design limits. Turbocharger overspeed 1s not
only detrimental to the turbocharger unit itself, 1t can also
lead to excessive cylinder pressure that causes progressive
damage to the engine. Wastegate failures can occur at any
point 1n the system, such as the linkage 31, actuator 33,
pressure conduit 36 or ECM control signal line 35.

As yet, no turbocharger and wastegate system, particu-
larly those used with electronic fuel systems, has been
provided that accounts for possible wastegate failures. There
1s a need for a system and method that can protect a
turbocharged engine from damage or failure that has fol-
lowed wastegate failures.

SUMMARY OF THE INVENTION

In order to address this need, the present invention con-
templates a system and method for protecting a turbocharger
in the event of a wastegate failure. More particularly, the
invention controls the engine fueling commands under con-
ditions indicative of a potential turbocharger overspeed. In a
preferred embodiment, a fueling map 1s provided for use by
an engine control computer. The fueling map 1s preferably 1n
the form of a three-dimensional table 1n which a fueling
command value 1s provided as a function of engine speed
and turbocharger pressure ratio.

The engine fueling 1s controlled by signals from a control
computer. Under normal operating conditions, nominal fuel-
ing signals are extracted from a table mapping engine speed
and boost pressure to nominal fueling values. Under certain
circumstances, such as a failure of the turbocharger waste-
cgate device, engine exhaust during nominal fueling can lead
to excessive turbocharger speeds. Thus, 1n one embodiment
of the mvention, sensors provide signals for engine speed,
ambient pressure and boost pressure between the turbo-
charger and the engine intake. Correction factors are added
to the boost pressure and ambient pressure signals, and a
turbocharger pressure ratio 1s calculated from these signals.

The invention then contemplates a reduced fueling table
that maps turbocharger pressure ratio and engine speed to
reduced fueling signal values. This table only provides
reduced fueling signals under engine speed and pressure
ratio combinations that will lead to a turbocharger overspeed
condition. The engine control computer preferably includes
a decision module that selects the lesser of the nominal
fueling signal values and the reduced fueling signal values
and provides the selected value to the engine fueling system.
The selected lesser fueling signal value from the reduced
fueling table decreases fueling to the engine, and ultimately
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decreases the engine speed and load. The decreased engine
power reduces the exhaust gas mass flow rate, which reduces
the turbocharger rotational speed to an acceptable level.

It 1s one object of the invention to provide a system and
method that protects a turbocharger from experiencing
excessive rotational speeds. A further object 1s achieved by
features of the invention that, 1n effect, discriminate among
engine operating conditions to avoid providing reduced
fueling commands when not necessary to protect the turbo-
charger.

Other objects and particular benefits of the mvention will
be readily discerned from the following written description
and accompanying figures.

DESCRIPTION OF THE FIGURES

FIG. 1 1s a schematic representation of an engine turbo-
charger with a wastegate system.

FIG. 2 1s a schematic representation of a turbocharged
engine and engine controller operable to implement engine
fueling commands.

FIG. 3 1s a table of fueling commands of a prior art system
based upon engine speed and turbocharger boost pressure.

FIG. 4 1s a flowchart of steps implemented according to
one method of the present invention.

FIG. § 1s a table of fueling commands implemented by an
engine controller according to one embodiment of the 1nven-
tion.

DESCRIPTION OF THE PREFERRED
EMBODIMENT

For the purposes of promoting an understanding of the
principles of the invention, reference will now be made to
one preferred embodiment illustrated in the drawings and
specific language will be used to describe the same. It will
nevertheless be understood that no limitation of the scope of
the 1mnvention 1s thereby intended, such alterations and fur-
ther modifications 1n the 1llustrated embodiment, and such
further applications of the principles of the invention as
illustrated therein being contemplated as would normally
occur to one skilled 1n the art to which the invention relates.

The present invention contemplates a system and method
for protecting a turbocharged engine from problems associ-
ated with a failure of the turbocharger wastegate device. In
the preferred embodiment, the turbocharger system depicted
in FIG. 1 1s mounted to an engine E, as illustrated in FIG.
2. As described above, the turbocharger 20 receives exhaust
cgas from the engine E and provides compressed air to the

intake manifold 11.

The operation of the engine E 1s governed by a control
computer or ECM 135, as described above. The ECM 15
generates control signals on line 41 connected to the engine
fueling system 40. The fueling system 40 introduces a
quantity of liquid fuel into the engine cylinders 1n proportion
to the quantity of air supplied to the intake manifold. The
ECM 15 includes a fueling logic module 43 that determines
an optimum air/fuel ratio for the engine operating condition.

The amount of fuel to be 1mnjected 1nto the engine cylinders
1s a function of the engine speed and the charge of air. Thus,
the system includes an engine speed sensor 52 connected to
the engine E that provides a speed signal “N”” on mput line
51 to the ECM 15. The speed sensor can be of any type
capable of providing a signal indicative of the rotational
speed of the engine. In a typical engine, the quantity of air
charge supplied to the engine 1s proportional to the gauge
pressure of the air 1n the intake manifold. Thus, the engine
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system contemplates a pressure sensor 35 disposed between
the turbocharger 20 and the engine cylinders. This sensor 55

measures the turbocharger boost pressure and provides a
signal on line 54 to the ECM 135.

In a preferred embodiment of the invention, the ECM 15
includes an air-fuel control (AFC) module 48. This AFC
module 48 provides an AFC fueling signal 47, based on the
engine speed signal provided thereto via signal path 51 and
the boost pressure signal provided thereto via signal path 54,
to fueling logic module 43. The logic module also receives
a number of other signals at inputs 45 corresponding to a
number of other fueling strategies implemented by other
modules associated with the ECM 15. For example, fueling
strategy signals may be provided by one or more engine
speed governors, a maximum vehicle speed limiter, and the

like.

In any case, the fueling logic module 43 1s typically
operable 1 accordance with a “least wins” or MIN logic
strategy. With this approach, the fueling signal provided to
fueling system 40 on signal path 41 is the minimum fueling
value provided to module 43 via the various signal paths 47
and 45. In other words, in most engine control systems, as
in the preferred embodiment of the invention, the fueling
command yielding the lowest fueling amount to the engine
E takes precedence over all other fueling strategies. With
this approach, the output of the engine E will not be higher
than conditions that the ECM 15 permuts.

In many prior art systems, the AFC module 48 can include
a memory unit (not shown) having a predetermined fueling
strategy stored therein. One known form of the fueling
strategy 1s 1mplemented as a stored look-up table 57 that
includes a number, n, of columns corresponding to discrete
boost pressure values B,—B,, and a number, m, of rows
corresponding to engine speed values N,—N_. Table 57 is
operable to provide an appropriate fuelmg value F,
(typically in units of mm /stroke) based on current values of
turbocharger boost and engine speed.

In accordance with one known embodiment of table 57,
the fueling values F, | increase with increasing engine speed
for each boost pressure column between B, and B, where
2<k<n, and remain constant within each boost pressure
column between B, and B, . In this manner, fueling can be
limited to provide a minimum air-to-fuel ratio (A/F) for
optimizing a tradeofl between turbocharger lag and produc-
fion of exhaust emissions such as black smoke and other
unwanted emissions.

This fueling strategy 1s acceptable under a normal range
of engine operating conditions and circumstances to control
the mass flow rate of exhaust gas into the turbocharger.
Under certain conditions, however, the nominal fueling
strategy may lead to excessive boost pressures or turbo-
charger overspeed condifions. In order to address these
conditions, most turbocharged engines have relied upon the
operation of the wastegate valve 31 and bypass 30 to dump
off some of the exhaust gas fed to the turbocharger turbine
24. When the wastegate 1s functioning properly, this
approach adequately protects the engine and turbocharger. A
healthy wastegate allows the AFC module 48 and fueling
logic module 43 to operate according to a usual protocol to
provide fueling commands to the fueling system 440.

This system runs into difficulties when the wastegate gas
bypass feature 1s compromised, such as by a malfunction or
failure of the wastegate system. When this event occurs, the
prophylactic effect of the wastegate 1s lost and an engine
operating under typical fueling protocols can drive the
turbocharger beyond 1ts rated speed. The present mnvention




6,155,050

S

contemplates a system and method for altering the engine
fueling commands 1n the event of a failure of the wastegate
cgas bypass. Direct diagnosis of a wastegate problem 1is
difficult due to the number of potential failure points (¢.g.,
valve, linkage, controller, etc.). Thus, the present invention
relies upon indirect evidence of a wastegate failure, in
particular the pressure ratio across the turbocharger. The
pressure ratio, r, 1s the ratio of the outlet pressure to the inlet
alr pressure, or the pressure of the compressed air charge 1n
the 1ntake manifold 11 to the ambient pressure of fresh air
introduced 1nto the turbocharger through the fresh air inlet

21.

In order to determine the pressure ratio, the invention
contemplates a pressure sensor 35 disposed within the intake
manifold 11 downstream of the turbocharger to determine
the boost pressure, P,___.. In addition, a device 60 1s included
that ascertains the ambient air pressure, P_,_ . The boost
pressure sensor 35 provides a signal to the ECM 135 on signal
line 54, while the ambient pressure sensor generates a signal

that 1s supplied to the ECM on line 61.

In accordance with the invention, software within the
ECM 15, and most preferably the AFC module 48, utilize
these pressure signals to provide a turbocharger protection
function. In one embodiment, the software can execute a
seriecs of commands following the flowchart shown 1n FIG.
4. The routine 1s commenced at the 1nitial or start step 60 1n
a variety of ways. For example, the routine can preferably
operate as a confinuously executing background routine. In
the ensuing steps 62 and 64, the two sensors are polled for
P_._and P, . Typically, the sensors would generate an
analog signal indicative of the magnitude of the pressure,
which signals are then conditioned through an analog-to-

digital converter for use by software routines within the
ECM 15.

In one embodiment, the turbocharger boost pressure 1s a
gauge pressure. Thus, the gauge boost pressure 1s essentially
zero when the turbocharger 1s not operating and ambient
pressure air 1s admitted to the engine cylinders. An absolute
boost pressure can be obtained by adding the ambient
pressure (P_,,.) to the gauge boost pressure. Alternatively,
the boost pressure sensor 35 can provide an absolute pres-
sure value. For the purposes of the following discussion, the
value P 1s the absolute boost pressure.

boost

Once the pressures on opposite sides of the turbocharger
have been read, the pressure ratio, r, can be determined in
step 66. In one embodiment, the pressure ratio can be simply
the ratio P, /P . . However, since this simple approach
can be subject to significant error, the present invention
contemplates the following calculation for pressure ratio:

r= (P bUUSI-l-P !ﬂss_l_P auershﬂﬂr)/ (P ﬂrm_l_P .fn!e.!‘)

In this equation, P, .. 1s a gauge loss in boost pressure
between the compressor and the intake manifold. The value
P_ . .. .15 a predetermined value above a nominal absolute
boost pressure at which engine derating should occur for a
turbocharged engine with a properly functioning wastegate.
This value can be regarded as a correction factor to account
for a properly functioning engine that is producing boost
levels at the high side of the turbocharger tolerance. Absent
this correction factor, a risk exists that the engine would
derated from maximum power even though the turbocharger
has not exceeded 1ts wheelspeed limit. In one speciiic
embodiment, this correction factor P _ . . 1s 4.0 m.Hg.
Alternatively, the correction factor can be a function of
engine speed and power rating, so that the magnitude of
P can be larger at higher engine speeds and power

oversfioot
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levels. As a further alternative, the correction factor can be
derived from a statistical analysis of turbocharger boost
levels at engine speeds, so the factor can correspond to a 30
pressure value. The value P, , . 1s the gauge pressure loss at
the compressor inlet. The values for P, .. and P, , . can be
empirically obtained and may vary from engine to engine.
In accordance with the present invention, calculated pres-
sure ratio value r can be used as an indicator of a wastegate
system failure. In one approach, the pressure ratio can be
compared to a limit value r,, that 1s based upon the limiting
wheelspeed of the turbocharger. However, under certain
engine operating conditions, high boost pressures and tur-
bocharger pressure ratios may be acceptable, when those
same values would otherwise i1ndicate a wastegate failure
under other operating conditions. For example, at high
engine speed and power conditions, the pressure ratio r may
exceed 5.0, particularly where the engine 1s operating at
higher altitudes. At lower speeds, a pressure ratio value
above 3.0 can indicate a turbocharger/wastegate problem.
The present invention addresses this difficulty by evalu-
ating the turbocharger pressure ratio 1n relation to the engine
speed. In step 68, the engine speed (r.p.m.) is obtained from
a speed sensor 52. In the next step 70, the engine speed value
N and turbocharger pressure ratio value r are used to obtain

a fueling value. In one feature of the invention, the AFC
module 48 stores a fueling table, such as the table 80 of FIG.
5. The table 80 provides a fueling value F; (preferably
mm.>/stroke) as a function of the pressure ratio r and engine
speed N. The table can effectively be divided into two
sections. One section 82 corresponds to a turbocharged
engine with a normally functioning wastegate. In other
words, a certain range of r and N values are acceptable and
are not indicative of a wastegate failure. For this range of
values, the normal fueling protocol 1s acceptable. In one
embodiment of the table 80, fueling values in the first
section 82 can be nulled out or otherwise valued so no
fueling value will be extracted.

The table 80 includes a second section 84 that corre-
sponds to an unacceptable range of r and N values. This
section 84 corresponds to a wastegate failure condition, or
more specifically to a condition 1 which the turbocharger 1s
susceptible to a wheelspeed that exceeds the structural limits
of the turbocharger. Thus, section 84 of the table 80 1includes
a plurality of fueling values, such as values F,—F,,, that
represent reduced fueling values relative to fueling values
for a particular engine speed and boost pressure. The appro-
priate fueling value from table 80 1s provided to the fueling
logic module 43 1n step 72. Under the “least wins” protocol,
the reduced fueling value from table 80 will be transmitted
by the logic module to reduce the fueling command to the
fueling system 40. This reduced fueling command has the
elfect of reducing engine speed and power, thereby reducing
the speed of the turbine 24 to a safe level. The routine can
return at step 74 to re-evaluate the engine operating condi-
fion to determine whether the fueling values from the
modified fueling table 80 are still to be used.

In accordance with the present ivention, the fueling
values for each pressure ratio-engine speed combination are
calibrated to reduce the fueling only as much as 1s necessary
to bring the turbocharger wheelspeed within its limats. The
specific fueling values F. can be developed to maintain as
high a power output as possible without compromising the
satety of the turbocharger. Since the present invention relies
upon the compressor pressure ratio, the engine would be
derated only when absolutely necessary. Thus, on one hand,
using the pressure ratio as a criterion eliminates the possi-

bility of derating an engine that 1s not experiencing a
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turbocharger overspeed condition. On the other hand, the
present invention also eliminates the risk of not derating an
engine that 1s actually experiencing excessive turbocharger
wheelspeed.

Using the typical fueling protocol, as represented by the
table 57 of FIG. 3, the fueling value will typically increase
with 1ncreasing boost pressure and decrease with increasing,
engine speed. With the present invention, lower fueling
values may be generated for a particular boost pressure 1f the
turbocharger pressure ratio and engine speed falls within
section 84 of the table 80. On the other hand, the fueling
values 1n section 84 of the table may be higher for a
corresponding boost pressure and engine speed than the
values obtained from the standard fueling table §7. The
fueling values 1n table 80 of the present invention are
intended to constitute limiting fueling values sufficient to
prevent turbocharger overspeed. For instance, the fueling
value for a particular engine speed and high boost pressure
combination may equal 180.0 mm’/stroke. At a highest
attainable pressure ratio, say 4.0, the fueling value for the
particular engine speed may be 200.0 mm/stroke, which is
orcater than the calibrated fueling value for the engine. In
this mstance, the mventive fueling table 80 will not lead to
a modification in the fueling command that would otherwise
be 1ssued by the fueling logic module 43.

On the other hand, at a greater boost pressure, the standard
fueling value for the particular engine speed may be 220.0
mm-~/stroke. Using the limiting value above, 200.0 mm?/
stroke, for the highest pressure ratio, the fueling logic
module would apply the lower fueling value generated by
the system and method of the present invention.

It may be appreciated that the present invention provides
a system and method for protecting a turbocharger from an
overspeed condition. An excessive wheelspeed could be the
result of a wastegate failure, although other causes of an
overspeed condition would be addressed by the invention.

It can also be appreciated that the application of the table
80 1s essentially temperature independent. One difficulty
with many standard fueling algorithms is that the intake
manifold temperature affects the required fueling amount.
While, the intake air manifold pressure and the ambient
pressure are temperature dependent, the turbocharger pres-
sure ratio, as used by the present invention, 1s not.

While the invention has been illustrated and described 1n
detail 1n the foregoing drawings and description, the same 1s
to be considered as illustrative and not restrictive 1n
character, 1t being understood that only one preferred
embodiment thereof has been shown and described and that
all changes and modifications that come within the spirit of
the 1nvention are desired to be protected.

As one example, those skilled 1n the art will recognize that
the table 80 of FIG. 5 may alternatively be replaced with
equations (discrete, continuous or piecewise continuous),
ographs or other functions operable to map engine speed, and
turbocharger pressure ratio to appropriate fuel limit values.

What 1s claimed 1s:

1. An engine control system for an internal combustion
engine having a turbocharger driven by engine exhaust and
providing a pressurized charge of air to the engine intake
manifold, comprising;

a fuel system operable to supply fuel to the engine in

response to a fueling signal;

a control computer operable to generate nominal fueling
signals according to a nominal operating condition for
the engine;

means for determining the pressure ratio of the turbo-
charger and providing a pressure ratio signal corre-
sponding thereto;
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means for determining engine speed and providing an
engine speed signal corresponding thereto; and

means for reducing the rotational speed of the turbo-

charger by generating modified fueling signals, differ-

ent from said nominal fueling signals, as a function of

said pressure ratio signal and said engine speed signal.

2. The engine control system according to claim 1
wherein:

said control computer includes a first table stored therein
mapping engine speed values and boost pressure values
to values for said nominal fueling signals;

sald means for limiting includes a second table stored
within said control computer mapping turbocharger
pressure ratio values and engine speed values to values
for said modified fueling signals; and

said control computer further includes means for selecting

the lesser of said nominal fueling values and said

modified fueling values to provide to said fuel system.

3. The engine control system according to claim 1,

wherein said means for determining the pressure ratio of the
turbocharger includes:

an ambient pressure sensor providing an ambient pressure
signal;
a boost pressure sensor disposed 1n the intake manifold

downstream of the turbocharger and providing a boost
pressure signal; and

a pressure ratio calculation module operable to calculate
said pressure ratio from said ambient and boost pres-
sure signals.

4. The engine control system according to claim 3,
wherein said pressure ratio calculation module 1s operable to
apply a correction factor to said ambient pressure signal and
to said boost pressure signal prior to calculating said pres-
sure ratio.

5. For an engine having a turbocharger with a wastegate
device and a fuel system operable to supply fuel to the
engine 1n response to a fueling signal, the turbocharger
driven by the exhaust gas from the engine and providing a
compressed charge of air to the engine intake manifold, an
engine control system for protecting the turbocharger in the
event of a failure of the wastegate device, comprising:

a control computer operable to generate nominal fueling
signals according to a nominal operating condition for
the engine;

a calculation module operable to determine the pressure

ratio of the turbocharger and provide a pressure ratio
signal corresponding thereto;

an engine speed sensor operable to provide an engine
speed signal corresponding thereto; and

means for reducing the rotational speed of the turbo-
charger by generating modified fueling signals, differ-
ent from said nominal fueling signals, as a function of
said pressure ratio signal and said engine speed signal.

6. The engine control system according to claim 35
wherein:

said control computer includes a first table stored therein
mapping engine speed values and boost pressure values
to values for said nominal fueling signals;

sald means for limiting includes a second table stored
within said control computer mapping turbocharger
pressure ratio values and engine speed values to values
for said modified fueling signals; and

said control computer further includes means for selecting
the lesser of said nominal fueling values and said
modified fueling values to provide to said fuel system.
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7. The engine control system according to claim 35,
wherein said means for determining the pressure ratio of the
turbocharger includes:

an ambient pressure sensor providing an ambient pressure
signal;
a boost pressure sensor disposed in the intake manifold

downstream of the turbocharger and providing a boost
pressure signal; and

a pressure ratio calculation module operable to calculate
said pressure ratio from said ambient and boost pres-
sure signals.

8. The engine control system according to claim 7,
wherein said pressure ratio calculation module 1s operable to
apply a correction factor to said ambient pressure signal and
to said boost pressure signal prior to calculating said pres-
sure ratio.

9. A method protecting a wastegated turbocharger of an
internal combustion engine 1n the event of a failure of the
wastegate device, comprising the steps of:

sensing engine speed and providing an engine speed
signal corresponding thereto;

sensing a boost pressure of the compressed air charge
provided by the turbocharger to the engine, and pro-
viding a boost pressure signal corresponding thereto;
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sensing an ambient air pressure and producing an ambient
air pressure signal corresponding thereto;

calculating a turbocharger pressure ratio from the boost
pressure signal and the ambient air pressure signal, and

producing a pressure ratio signal corresponding
thereto; and

limiting fuel supplied to the engine as a function of the
engine speed signal and the pressure ratio signal,
whereby the engine exhaust flow rate 1s reduced to
thereby reduce the rotational speed of the turbocharger.
10. The method of claim 9 wherein:

fuel 1s supplied to the engine under nominal operating
conditions according to a first table mapping engine
speed and boost pressure to nominal fueling signal
values; and

the step of limiting fuel supplied to the engine includes;
obtaining a reduced fueling signal value from a second
table mapping engine speed and turbocharger pres-
sure ratio to reduced fueling signal values; and
selecting the lesser of the nominal fueling signal values
and the reduced fueling signal values to provide to
the engine.
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